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DEFINITION 

Bascule Bridge 

A bascule bridge is a drawbridge with a 
counterweight that balances the movable 
span throughout its upward swing. The 
bridge provides clearance for boat traffic. 
All existing bridges on the Lake 
Washington Ship Canal, except for the I-5 
and Aurora bridges, are bascule bridges. 

�’ Variable toll rates depending on the time of day and whether trips are 
taken on a weekday or a weekend 

�’ A peak toll rate of $3.81 (year 2007 dollars) for all vehicle types for the 
bridge crossing, with exemptions for transit and HOVs with three or 
more riders 

These assumptions are used as a basis for comparison among the design 
options. Actual toll rates and how the tolls would be applied will be 
determined by the legislature (based on recommendations from the 
Transportation Commission) after the final project financing plan is 
developed. Since the traffic modeling assumptions were applied consistently 
across the alternatives, they show the relative performance of each in 
comparison to No Build. See Chapter 1 for a discussion about what 
legislation has been passed to authorize tolling. 

All vehicles with one or two occupants would be charged a toll to cross the 
Evergreen Point Bridge. Users who are required to pay the toll would have 
transponders, or “cards,” that would be read by an electronic card reader. 
Transponders allow drivers to pay tolls without stopping at a toll booth. 
Two types of transponders could be used: transponders that would attach 
permanently to a vehicle’s windshield and portable transponders that could 
be transferred among multiple vehicles. Drivers who do not purchase a 
transponder would have their license plates photographed as they crossed 
the tolling point, and bills would be sent by mail to the address at which the 
vehicle is registered. 

2.6 How does the Preferred Alternative 
compare with SDEIS options A, K, and L? 

The greatest physical differences between the Preferred Alternative and the 
SDEIS design options are in the location and lid configuration of the 
interchange in the Montlake area (see Exhibit 2-2) and in the profile of the 
west approach. The Preferred Alternative and the SDEIS options can be 
summarized as follows:  

�’ The Preferred Alternative is similar to today’s configuration in terms of 
its geometry, although wider. It maintains the existing location of the 
Montlake interchange but changes the westbound off-ramp so that it 
connects to 24th Avenue East first, followed by a connection to 
Montlake Boulevard. It adds a new bascule bridge over the Montlake 
Cut, parallel to the existing Montlake Bridge. It includes a 1,400-foot 
continuous lid over Montlake Boulevard with landscaping, ramps, 
transit facilities, and pathways, and provides near-term transit 
enhancements along with the ability to accommodate potential future 
light rail on SR 520. 

�’ Option A was also similar to a widened version of today's 
configuration. It maintained the existing location of the Montlake 
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interchange and added a new bascule bridge over the Montlake Cut, 
parallel to the existing Montlake Bridge. It included a partial landscaped 
lid over Montlake Boulevard. 

�’ Option K included a new single-point urban interchange about a half 
mile east of the existing Montlake interchange. The new interchange 
ramps would pass below the SR 520 roadway, with the northern leg of 
the interchange crossing beneath the Montlake Cut in a tunnel.  

�’ Option L also included a SPUI with a similar alignment to that in 
Option K. However, instead of being beneath the SR 520 main line, the 
interchange ramps would rise above it. The northern leg of the 
interchange would cross the Montlake Cut on a new bascule bridge.  

The Preferred Alternative, like the SDEIS options, places an emphasis on 
multimodal transportation by decreasing reliance on single-occupant vehicle 
travel, facilitating transit connections, and improving the overall flow of 
SR 520 traffic compared to No Build. Like the SDEIS options, the 
Preferred Alternative includes lids and landscaped features, stormwater 
treatment, and a regional bicycle/pedestrian path—although the specific 
details of those features differ. The key differences between the Preferred 
Alternative and the SDEIS options are in the larger size of the Montlake lid, 
the increased emphasis on transit access and reliability in the Montlake 
interchange vicinity, the proposed noise reduction measures, and the fact 
that access to and from Lake Washington Boulevard would be via 24th 
Avenue East instead of separate Lake Washington Boulevard ramps. 
Table 2-5 compares the Preferred Alternative to the SDEIS options by 
geographic area.  

Table 2-5. Preferred Alternative Compared to SDEIS Options 

Geographic 
Area Preferred Alternative Comparison to SDEIS Options A, K, and L 

I-5/Roanoke Area The SR 520 and I-5 interchange ramps would 
be reconstructed with generally the same ramp 
configuration as the ramps for the existing 
interchange. A new reversible transit/HOV ramp 
would connect with the I-5 express lanes. 

Similar to all options presented in the SDEIS. Instead 
of a lid over I-5 at Roanoke Street, the Preferred 
Alternative would include an enhanced 
bicycle/pedestrian path adjacent to the existing 
Roanoke Street Bridge. 

Portage Bay Area The Portage Bay Bridge would be replaced with 
a wider and, in some locations, higher structure 
with six travel lanes and a 14-foot-wide 
westbound managed shoulder. 

Similar in width to Options K and L, similar in 
operation to Option A. Shoulders are narrower than 
described in SDEIS (2-foot-wide inside shoulders, 8-
foot-wide outside shoulder on eastbound lanes), 
posted speed would be reduced to 45 mph, and 
median plantings would be provided to create a 
boulevard-like design. 

Montlake Area The Montlake interchange would remain in a 
similar location as today. A new bascule bridge 
would be constructed over the Montlake Cut.  
A 1,400-foot-long lid would be constructed 
between Montlake Boulevard and the Lake 
Washington shoreline, and would include direct-
access ramps to and from the Eastside. Access 
would be provided to Lake Washington 
Boulevard via a new intersection at 24th 
Avenue East. 

Interchange location similar to Option A. Lid would be 
approximately 75 feet longer than previously 
described for Option A, and would be a complete lid 
over top of the SR 520 main line, which would require 
ventilation and other fire, life, and safety systems. 
Transit connections would be provided on the lid to 
facilitate access between neighborhoods and the 
Eastside. Montlake Boulevard would be restriped for 
two general-purpose lanes and one HOV lane in each 
direction between SR 520 and the Montlake Cut. 
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Table 2-5. Preferred Alternative Compared to SDEIS Options 

Geographic 
Area Preferred Alternative Comparison to SDEIS Options A, K, and L 

West Approach 
Area 

The west approach bridge would be replaced 
with wider and higher structures, maintaining a 
constant profile rising from the shoreline at 
Montlake out to the west transition span. Bridge 
structures would be compatible with potential 
future light rail through the corridor. 

Bridge profile similar to and higher than Option L; 
structure types similar to Options A and L. The gap 
between the eastbound and westbound structures 
would be wider than previously described to 
accommodate light rail in the future. 

Floating Bridge 
Area 

A new floating span would be located 
approximately 190 feet north of the existing 
bridge at the west end and 160 feet north of the 
existing bridge at the east end. The floating 
bridge would be approximately 20 feet above 
the water surface (about 10 to 12 feet higher 
than the existing bridge deck). 

Similar to design described in the SDEIS. The profile 
of the bridge would be approximately 10 feet lower 
than described in the SDEIS, and most of the 
roadway deck support would be constructed of steel 
trusses instead of concrete columns. 

Eastside 
Transition Area 

A new east approach to the floating bridge, and 
a new SR 520 roadway would be constructed 
between the floating bridge and Evergreen 
Point Road. 

Same as described in the SDEIS. 

 

The following sections describe the Preferred Alternative in comparison to 
the SDEIS design options. The discussion is organized by geographic area. 
Where there are substantial differences among the options, they are 
discussed under separate subheadings.  

I-5 Area 

The existing SR 520 and I-15 interchange configuration is shown in 
Exhibit 2-4. Under the Preferred Alternative and all SDEIS design options, 
the SR 520 and I-5 interchange ramps would be reconstructed in generally 
the same configuration.  
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The only exception would be that a new reversible HOV ramp would 
connect to the existing I-5 reversible express lanes south of SR 520 (Exhibit 
2-5). 

The northbound I-5 to eastbound SR 520 ramp would be two lanes that 
merge to one lane prior to connecting to eastbound SR 520 (same as today).  

The new reversible HOV ramp would connect the SR 520 center HOV 
lanes with the I-5 reversible express lanes south of SR 520. During the a.m. 
hours, the ramp would be used by westbound SR 520 traffic to southbound 
I-5; during the p.m. hours the ramp would be used by northbound I-5 
traffic to eastbound SR 520 (Exhibit 2-6). 

The new reversible HOV ramp would act as an add lane to southbound I-5 
during the a.m. hours, expanding the express lanes from three to four lanes 
in this location; during the p.m. hours, the ramp would act as a drop lane 
from the I-5 express lanes reducing the express lanes from four to three 
through lanes in the immediate vicinity of the I-5/SR 520 interchange. This 
configuration would maintain sufficient throughput across the Ship Canal 
Bridge to serve the expected traffic volumes.  

Local Roadway Overcrossings 

Under the Preferred Alternative, two local roadway undercrossings (10th 
Avenue East and Delmar Drive East) would be rebuilt as part of the lid 
structure. Under Options A, K, and L, the East Roanoke Street crossing of 
I-5 would also have been rebuilt as part of a lid structure. As described 
below and shown on Exhibit 2-5, the lane configuration would change 
slightly from the existing layout (see Exhibit 2-4). 

10th Avenue East/Delmar Drive East Lid 

The 10th Avenue East and Delmar Drive East lid would span SR 520 
between these two streets, each of which currently crosses on its own 
overpass. The lid would function as a vehicle and pedestrian crossing, a 
landscaped area, and open space. A curvilinear walkway across the lid 
would connect the two streets. The lid would be 500 to 600 feet long 
(because of the angled lid edge) and would reconnect neighborhoods on 
both sides of the SR 520 corridor by providing walkways and open spaces 
above the SR 520 roadway. The top of the lid would meet 10th Avenue 
East and Delmar Drive East at the level of the roadway. The surface of the 
lid would slope from the high point in the southwest corner at 10th Avenue 
East to the northeast corner at Bagley Viewpoint. 

The East Roanoke/10th Avenue East/Delmar Drive East intersection 
would be realigned. The turning radius would be increased so that the East 
Roanoke Street/10th Avenue East traffic movement would become the 
through movement, rather than East Roanoke Street/Delmar Drive, as it is 
today.  
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I-5/Roanoke Street Lid 

Under Options A, K, and L, the I-5/Roanoke Street lid would span I-5 
between Boylston Street and Harvard Avenue East. This lid was eliminated 
from the Preferred Alternative due to the constraints it would place on 
potential future expansion of I-5. Cost savings from eliminating the lid in 
this location would be applied toward the larger Montlake lid, described 
later in this section.  

Portage Bay Area 

The existing bridge layout is shown on Exhibit 2-7. As shown, the bridge 
currently has two general-purpose lanes in each direction. 

Under the Preferred Alternative and all SDEIS options, the Portage Bay 
Bridge would be replaced with a wider and, at the easternmost half of the 
bridge, taller structure. It would begin just east of Delmar Drive, cross over 
Portage Bay, and end west of Montlake Boulevard. At its west end 
(Exhibits 2-8 and 2-9), the bridge would be wider symmetrically between 
the Queen City Yacht Club on the north and the Portage Bay 
Condominiums on the south. At its east end, the bridge would make 
landfall further to the south than the existing bridge and the SDEIS 
options, and the additional width would be located to the north. 

The adjacent interchange ramps to I-5 and Montlake Boulevard add width 
near the west and east ends of the bridge as they taper on and off of the 
highway. 

The new Portage Bay Bridge design under the Preferred Alternative would 
have two general-purpose lanes and an HOV lane in each direction, plus a 
managed westbound shoulder (see Exhibits 2-8 and 2-9). In response to 
community interest and public comment on the SDEIS, the width of the 
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new Portage Bay Bridge at the midpoint has been reduced from 110 feet to 
105 feet, and a planted median would separate the eastbound and 
westbound travel lanes to provide a boulevard feel to this section of the 
highway. In addition, the speed limit on the Portage Bay Bridge would be 
lowered to 45 mph. 
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